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Executive Summary

This report presents the results of the Transportation Analysis (TA) for the proposed auto dealership at
1010 Admiral Court in San Bruno, California. The project would build 171,610 s.f. of dealership building
including a showroom, auto parts sales, administrative space, automobile service bays, and a 5-level
parking garage. Of the 171,620 s.f. floor area of the project building, only 43,254 s.f. floor area would
be used for vehicle sales and service, and the remaining 128,356 s.f. would be used for vehicle
storage. Access to the site would be provided via three driveways along Admiral Court and Commodore
Drive. The site is currently vacant, and part of the site is used for parking.

Vehicles Miles Traveled (VMT) Analysis

The City of San Bruno has not yet adopted any thresholds or guidelines related to VMT. The VMT
thresholds used for this project are based on the San Mateo County VMT guidelines, published
September 23, 2020. Car dealerships are not explicitly represented in the VMT guidelines. For the
purpose of evaluating the VMT impact, an auto dealership can be analyzed as a retail development.

The OPR’s Technical Advisory provides guidelines for evaluating the VMT impacts of a retail project
based on whether it’s local-serving or regional-serving retail (50,000 s.f. or less). By adding retail
opportunities into the urban fabric and thereby improving retail destination proximity, local-serving retail
development tends to shorten trips and reduce VMT. Thus, lead agencies generally may presume such
development creates a less-than-significant transportation impact. Regional-serving retail development,
on the other hand, can lead to substitution of longer trips for shorter ones and may have a significant
impact. A majority of the trips generated by the proposed dealership will be existing Genesis/Hyundai
owners bringing their vehicles for service. It is assumed that these service customers are currently
taking their vehicles to the closest existing Genesis/Hyundai dealership to their home or work for
service. Therefore, adding a Genesis/Hyundai dealership will shorten trips and reduce VMT for its
service customers that are currently driving to Fremont or San Jose. Adding a new Genesis/Hyundai
dealership within a metropolitan area does not cause more vehicles to require service or result in more
vehicles to be sold. This is the same assumption that is made with adding a new grocery store within a
metropolitan area. A new grocery store does not result in more apples being sold. It only reallocates
where the apples are purchased. Because most vehicle trips generated by the project are and would
continue to be from the vehicle owners bringing in their cars for service, the project would operate
similar to local-serving retail development.

The project proposes to build 171,610 s.f. of dealership building including showroom, auto parts sales,
administrative space, automobile service bays, and a 5-level parking garage. Of the 171,620 s.f. floor
area of the project building, only 43,254 s.f. floor area would be used for vehicle sales and service.
Therefore, the dealership building would be less than 50,000 square feet and would serve the local and
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regional community. Therefore, the project meets the local and regional serving retail screening criteria
and would not result in a significant VMT impact.

There is one Genesis & Hyundai showroom in San Jose and Hyundai showrooms in Fremont and San
Leandro in the region. Because there are no Genesis & Hyundai dealerships between San Francisco
and San Jose, vehicle owners or buyers in the project area need to travel to San Jose or Fremont,
which are approximately 36 and 33 miles, respectively, from the project site. Placing the proposed
Genesis & Hyundai dealership at the project site would shorten the car service trips for the existing and
future owners in the project area. Although the project could increase the VMT generated by employees
and vehicle delivery trucks, the reduction in the VMT generated by car service trips would be more than
enough to offset the increase in employee and vehicle delivery related VMT. Therefore, the proposed
Genesis & Hyundai dealership would result in an overall reduction in VMT.

Project Trip Generation

The proposed project would generate 80 trips in the AM peak hour and 105 trips in the PM peak hour.

Intersection Levels of Service

The results of the intersection LOS analysis under existing plus project and background plus project
conditions show that all the study intersections would operate at an acceptable level during both the AM
and PM peak hours of traffic when measured against the applicable municipal and CMP level of service
standards. The intersection level of service results for all scenarios are summarized in Table ES-1.

Signal Warrant Analysis

A peak hour signal warrant analysis (MUTCD 2010 Edition, Part 4, Warrant 3) was performed for the
unsignalized study intersections to determine whether the project would produce an impact according
to the City of San Bruno potentially adverse effect criteria. The peak-hour signal warrant was checked
for existing, background and project conditions. Based on their peak-hour traffic volumes, the study
intersections would not warrant signalization under any traffic scenario without and with the project.

Travel Demand Management (TDM) Measures

The project would be required to reduce trips to be in compliance with C/CAG TDM guidelines. This
report includes recommended TDM measures to achieve a 26% daily trip reduction per the guidelines.

Other Transportation Issues

The proposed site plan shows adequate site access and on-site circulation, and the project would not
have an adverse effect on the existing transit services, pedestrian facilities, or bicycle facilities in the
study area. Hexagon provides the following recommendations and enhancements for the project:

¢ The San Bruno Walk ‘n Bike plan would improve the pedestrian facilities in the project area with
the intent to make walking safer in a more pedestrian friendly environment. Specifically, the plan
calls for a future improvement on El Camino Real for a crosswalk at the 1 380 on-ramp (not
required by the project). No other improvements are specifically recommended in the plan in the
vicinity of the project site.

e The site plan does not show bicycle parking. The project is required to provide 14 short term
bicycle parking spaces and 4 long term bicycle parking spaces.
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Table ES 1
Intersection Level of Service Summary

Existing Background
No Project with Project No Project with Project
Traffic  Avg. Delay Avg. Delay Avg. Delay Avg. Delay
Intersection Control LOS (sec.)* LOS LOS (sec.)* LOS
. - AM 9/22/2022** 111 B 11.7 B 111 B 11.7 B
1 Admiral Court and Commodore Drive PM 0/22/2022%* TWSC 9.9 A 104 B 9.9 A 104 B
. . AM Sep 2017 . 20.2 C 21.4 (63 26.3 C 27.4 C
2 El Camino Real and Commodore Drive (CMP) PM Sep 2017 Signal 10.6 B 117 B 13.7 B 151 B
. . AM Sep 2017 ) 13.8 B 141 B 17.5 B 17.7 B
3 El Camino Real and 1-380 Westbnound Off Ramps (CMP) PM Sep 2017 Signal 25.8 c 26.6 c 281 c 291 c
. AM Sep 2017 . 5.5 A 5.8 A 14.8 B 15.1 B
4 El Camino Real and 1-380 Eastbound Off Ramps (CMP) PM Sep 2017 Signal 229 c 246 c 270 c 29.6 c
. AM Sep 2017 . 30.8 C 30.8 C 38.5 D 38.6 D
5 El Camino Real and Sneath Lane (CMP) PM Sep 2017 Signal 332 c 334 c 433 D 433 D
. S AM Sep 2017 . 5.3 A 5.3 A 14.8 B 14.7 B
6 El Camino Real and Bayhill Dirve (CMP) PM Sep 2017 Signal 113 B 113 B 185 B 185 B
. AM 9/22/2022** 10.4 B 10.4 B 12.4 B 12.4 B
7 Cherry Avenue and Commodore Drive PM 012212022+ AWSC 94 A 95 A 113 B 113 B
. AM 9/22/2022** . 21.6 C 21.7 C 21.6 C 21.7 C
8 National Avenue and Sneath Lane PM  9/22/2022% Signal 215 c 216 c 218 c 218 c
Note:
AWSC = All-Way Stop Control; TWSC = Two-Way Stop Control
* The Highway Capacity Manual (HCM) 2010 does not support turning movements with shared and exclusive lanes or non-standard phasings. Therefore, this intersection was analyzed using the HCM 2000.
** Traffic count adjusted based on factor derived between 2017 growth rate to 2022, and new 2022 counts at El Camino Real and I-380 Ramps (#3 and #4).
! Average delay for an all-way stop controlled intersection is reported for the entire intersection. Average delay for a side-street stop controlled intersection is reported for the worst stop-controlled approach.
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1. Introduction

This report presents the results of the Transportation Analysis (TA) for the proposed auto dealership at
1010 Admiral Court in San Bruno, California (see Figure 1). The project would build 171,610 s.f. of
dealership building including a showroom, auto parts sales, administrative space, automobile service
bays, and a 5-level parking garage. Of the 171,620 s.f. floor area of the project building, only 43,254 s.f.
floor area would be used for vehicle sales and service, and the remaining 128,356 s.f. would be used
for vehicle storage. Access to the site would be provided via three driveways along Admiral Court and
Commodore Drive (see Figure 2). The site is currently vacant, and part of the site is used for parking.

CEQA Transportation Analysis Scope and Methodology

The CEQA transportation analysis for the project consists of a project-level vehicle miles traveled
(VMT) impact analysis. SB 743 established VMT as the appropriate measure for transportation impacts
under CEQA. The Governor's Office of Planning & Research (OPR) published guidelines for the
evaluation of VMT, which became mandatory as of July 1, 2020. San Bruno has yet to establish its own
VMT guidelines; therefore, this study uses San Mateo County guidelines.

Local Transportation Analysis Scope

The local transportation analysis supplements the VMT analysis by identifying potential adverse
operational effects that may arise due to the new development, as well as evaluating the effects of the
new development on site access, circulation, and other safety-related elements in the proximate area of
the project.

The effects of the project were evaluated in accordance with the standards set forth by the City of San
Bruno and the City/County Association of Governments (C/CAG) of San Mateo County. The C/CAG
administers the San Mateo County Congestion Management Program (CMP), which requires non-
residential and multi-family residential projects generating more than 100 daily trips to complete the
C/CAG checkilist.

The traffic analysis was based on level of service for six signalized intersections and two unsignalized
intersections. The study intersections are identified below.

Study Intersections

1. Admiral Court and Commodore Drive (unsignalized)
2. El Camino Real and Commodore Drive*

3. ElI Camino Real and 1-380 WB Ramps*

4. El Camino Real and 1-380 EB Ramps*

Page | 1
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Sneath Lane and El Camino Real*
Bayhill Drive and EI Camino Real*
Commodore Drive and Cherry Avenue (unsignalized)
National Avenue and Sneath Lane

©No O

*Denotes Caltrans Intersection

Per CMP technical guidelines, a freeway segment level of service analysis is required when a project
would add trips greater than one percent of a segment’s capacity. The project is not expected to
generate trips more than one percent of the capacity on any freeway segments in the area (see Table
1). A freeway analysis for the CMP is therefore not necessary. Trip generation for the project is
discussed in Chapter 5.

Table 1
Freeway Capacity Check

# of Mixed Capacity’ 1% of Peak Project

Freeway Segment Direction Flow Lanes (vph) Capacity Hour Trips
. AM 9
1380 SR 82/El Camino Real to US 101 EB 4 9200 92 PM 2
AM 23
1 380 US 101 to SR 82/El Camino Real WB 4 9200 92 PM 17
1380 1280 to SR 82/El Camino Real EB 3 6900 69 é’l\\/l/l 191
AM 7
1380 SR 82/El Camino Real to | 280 WB 4 9200 92
PM 19
Notes:
1. Capacity was based on the ideal capacity cited in the 2000 Highway Capacity Manual.
Page | 2
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Traffic conditions at the study intersections were analyzed for both the weekday AM and PM peak
hours of adjacent street traffic. The AM peak hour typically occurs between 7:00 AM and 9:00 AM, and
the PM peak hour occurs between 4:00 PM and 6:00 PM on a regular weekday. These are the peak
commute hours during which most traffic congestion occurs on the roadways.

Traffic conditions were evaluated for the following scenarios:

Scenario 1: Existing Conditions. Hexagon used pre-pandemic traffic counts from 2017 available at
five of the study intersections. The intersections at EI Camino Real and the 1-380
Ramps were counted in 2017 and 2022. The 2022 counts for the intersections of
Admiral Court/Commodore Drive, Cherry Avenue/Commodore Avenue, and National
Avenue/Sneath Lane were factored up based on the 2017 counts at El Camino Real
and the 1-380 Ramps. Adjustment factors of 1.28 and 1.23 were applied for the AM and
PM peak hours, respectively. Intersection volumes along El Camino Real were
balanced based on cross streets and driveway locations. The study intersections were
evaluated with a level of service analysis using Synchro software in accordance with
the 2010 Highway Capacity Manual methodology.

Scenario 2: Background Conditions. Background traffic volumes were estimated by adding to
existing volumes the projected volumes from approved but not yet completed
developments in the project area. A list of such projects was obtained from the City of
San Bruno, City of South San Francisco, and City of Millbrae websites.

Scenario 3: Existing plus Project Conditions. Existing traffic volumes with the project were
estimated by adding to existing traffic volumes the additional traffic generated by the
project. Existing plus project conditions were evaluated relative to existing conditions in
order to determine the effects the project would have on the existing roadway network.

Scenario 4: Background plus Project Conditions. Background plus Project traffic volumes were
estimated by adding to background traffic volumes the additional traffic generated by
the project. Project conditions were evaluated relative to background conditions to
determine potential adverse effects caused by the project.

Methodology

This section presents the methods used to determine the traffic conditions for each scenario described
above. It includes descriptions of the data requirements, the analysis methodologies, and the applicable
level of service standards.

Data Requirements

The data required for the analysis were obtained from recent traffic counts, the City of San Bruno, City
of South San Francisco, City of Millbrae, previous traffic studies, and field observations. The following
data were collected from these sources:
e existing peak-hour intersection turning-movement volumes
existing lane configurations
signal timing and phasing
existing bicycle and pedestrian volumes, and
list of approved projects.

Page | 5
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Level of Service Standards and Analysis Methodologies

Traffic conditions at the study intersections were evaluated using level of service (LOS). Level of
Service is a qualitative description of operating conditions ranging from LOS A, or free-flow conditions
with little or no delay, to LOS F, or jammed conditions with excessive delays. The various analysis
methods are described below.

Signalized Intersections

Level of service at signalized intersections was evaluated based on the 2010 Highway Capacity Manual
(HCM) level of service methodology using Synchro software. This method evaluates signalized
intersection operations on the basis of average control delay time for all vehicles at the intersection.
The correlation between average control delay and level of service at signalized intersections is shown
in Table 2.

Table 2
Signalized Intersection Level of Service Definitions Based on Control Delay

Level of Average Control Delay

Description

Service Per Vehicle (sec.)

Operations with very low delay occurring with favorable progression

A and/or short cycle lengths. Up to 10.0
B Operations with low delay occurring with good progression and/or 10.1 to 20.0
short cycle lengths.
Operations with average delays resulting from fair progression
C and/or longer cycle lengths. Individual cycle failures begin to 20.1t0 35.0

appear.

Operations with longer delays due to a combination of unfavorable
D progression, long cycle lenghts, or high V/C ratios. Many \vehicles 35.1t055.0
stop and individual cycle failures are noticeable.

Operations with high delay values indicating poor progression, long
cycle lengths, and high V/C ratios. Individual cycle failures are

E - . - 55.1 to 80.0
frequent occurences. This is considered to be the limit of ©
acceptable delay.

F Operation with delays unacceptable to most drivers occurring due Greater than 80.0

to oversaturation, poor progression, or very long cycle lengths.

Source: Transportation Research Board, 2010 Highway Capacity Manual , (Washington, D.C., 2010).

Unsignalized Intersections

Level of service analysis at unsignalized intersections is generally used to determine the need for
modification in the type of intersection control (i.e., all-way stop or signalization). As part of the
evaluation, traffic volumes, delays and traffic signal warrants are evaluated to determine if the existing
intersection control is appropriate.

There are two unsignalized study intersections in the vicinity of the project site. Levels of service at the
unsignalized intersections were based on the 2010 Highway Capacity Manual (2010 HCM) method
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using the Synchro software. This method is applicable for both two-way and all-way stop-controlled
intersections. Synchro evaluates unsignalized intersections on the basis of average stopped delay for
all-way stop controlled intersections, and the worst approach delay at the intersection for two-way stop-
controlled intersections. The correlation between average control delay and LOS for unsignalized
intersections is shown in Table 3.

Table 3
Unsignalized Intersection Level of Service Definitions Based on Control Delay

Average Control Delay Per

Level of Service Description Vehicle (sec.)

A Little or no traffic delay 10.0 orless

B Short traffic delays 10.1 to 15.0

C Average traffic delays 15.1t0 25.0

D Long traffic delays 25.1 to 35.0

E Very long traffic delays 35.1t0 50.0

F Extreme traffic delays greater than 50.0
Source: Transportation Research Board, 2010 Highway Capacity Manual (Washington, D.C.,
2010).

Traffic Signal Warrant Analysis

The level of service calculations at the unsignalized intersections was supplemented with an
assessment of the need for installation of a traffic signal, known as a signal warrant analysis. The need
for signalization of unsignalized intersections in an urban or suburban context is typically assessed
based on the Peak Hour Volume Warrant (Warrant 3) described in the California Manual on Uniform
Traffic Control Devices for Streets and Highways (CA MUTCD), Part 4, Highway Traffic Signals. This
method makes no evaluation of intersection level of service, but simply provides an indication whether
vehicular peak hour volumes are, or would be, sufficiently high to justify installation of a traffic signal.
The decision to install a traffic signal should not be based purely on the warrants alone. Instead, the
decision should be considered when one or more of the warrants are met, which triggers further
feasibility analysis. Engineering judgment should be exercised to determine how a traffic signal could
affect collision rates and traffic conditions at the subject intersection, as well as at adjacent
intersections. Other options besides a traffic signal should also be considered, such as all-way stop
control, new or enhanced signage, or roadway geometry changes; these measures may be more
appropriate than a new traffic signal.

City of San Bruno Intersection Level of Service Standards

The City of San Bruno General Plan specifies certain intersections at which a level of service standard
(LOS D) must be maintained during AM and PM peak periods. The relevant General Plan polices are
listed below:

Page | 7
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¢ Policy T-B: Maintain acceptable levels of service for vehicular movement along the city’s street
network. Acceptable level of service could vary based on characteristics of the area under
consideration.

e Policy T-6: Maintain LOS standards for intersections for AM and PM peak periods as shown in
Figure 4-2.

The City does not have a general LOS standard that applies to all intersections, but the EI Camino
Real/Sneath Lane, EI Camino Real/I-380 WB Ramps, El Camino Real/I-380 EB Ramps, and National
Avenue/Sneath Lane study intersections are included in General Plan Figure 4-2 with a LOS standard
of D. The LOS analysis is to ensure that the study intersections would remain consistent with General
Plan Policy T-B with implementation of the proposed project.

California Department of Transportation (Caltrans) Intersection Level of Service Standard

El Camino Real/Sneath Lane, EI Camino Real/I-380 WB Ramps, EI Camino Real/I-380 EB Ramps, El
Camino Real/Commodore Drive and Bayhill Drive/El Camino Real study intersections are within the
jurisdiction of Caltrans. Therefore, the study intersections are subject to Caltrans’ standards in addition
to San Bruno standards. According to Caltrans’ Guide for the Preparation of Traffic Impact Studies,
Caltrans seeks to maintain a target LOS at the transition between LOS C and LOS D on State highway
facilities but acknowledges that this may not always be feasible. In instances where an existing State
highway facility is operating worse than the appropriate target LOS, the existing measure of
effectiveness (i.e., vehicle delay at intersections and v/c ratio at the ramps) should be maintained.
Thus, LOS D is considered the appropriate target LOS for these State Route intersections.

Intersection LOS Adverse Effect Criteria for Signalized Intersections

The project is said to create an adverse effect on traffic conditions at a signalized intersection in the
City of San Bruno if the project is not consistent with General Plan Policy T-B. In order to be consistent
with the General Plan Policy T-B, an adverse on intersection operations would occur if for either peak
hour

1. The level of service at the intersection degrades from an acceptable level (LOS D or better)
under existing conditions to an unacceptable level under existing plus project conditions, or

2. The level of service at the intersection is an unacceptable level (LOS E or F) under existing
conditions, and the addition of project trips would cause the critical-movement delay at the
intersection to increase by four (4) or more seconds.

Unsignalized Intersections

In order to be consistent with the General Plan Policy T-B, an unsignalized intersection would have an
adverse effect on traffic conditions if the following would occur:
1. The intersection or a stop-controlled approach degrades from an acceptable LOS D to an
unacceptable LOS E or F or is already operating below LOS D, and
2. The project would add ten (10) or more vehicle trips to the critical movement of the intersection
or stop-controlled approach during the peak hour, and
3. The intersection meets the California Manual on Uniform Traffic Control Devices (MUTCD) peak
hour volume traffic signal warrant after project completion.

Intersection Vehicle Queuing Analysis

For selected high-demand movements at the study intersections, the estimated maximum vehicle
gueues were compared to the existing or planned storage capacity. The queuing analysis is used to
determine the appropriate storage lengths for the high-demand turn lanes where the proposed project
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would add a substantial number of trips to these movements. Vehicle queues were estimated using
Poisson probability for unsignalized intersections and Synchro for signalized intersections.

The basis of the analysis is as follows: (1) Synchro/ Poisson probability distribution is used to estimate
the 95th percentile maximum number of queued vehicles per signal cycle for a particular movement; (2)
the estimated maximum number of vehicles in the queue is translated into a queue length, assuming 25
feet per vehicle; and (3) the estimated maximum queue length is compared to the existing or planned
available storage capacity for the movement.

For signalized intersections, the 95th percentile queue length value indicates that during the peak hour,
a queue of this length or less would occur on 95 percent of the signal cycles. In other words, a queue
length larger than the 95th percentile queue would only occur on five percent of the signal cycles (about
three cycles during the peak hour for a signal with a 60-second cycle length). Therefore, left-turn
storage pocket designs based on the 95th percentile queue length would ensure that storage space
would be exceeded only five percent of the time. The 95th percentile queue length is also known as the
“design queue length.”

Vehicle queues were calculated using a Poisson probability distribution, which estimates the probability
of “n” vehicles for a vehicle movement using the following formula:
P(x=n= A"e-®

n!
Where:
P (x = n) = probability of “n” vehicles in queue per lane
n = number of vehicles in the queue per lane

A = Average number of vehicles in the queue per lane (vehicles per hour per lane/signal cycles
per hour)

Report Organization

The remainder of this report is divided into five chapters. Chapter 2 describes the existing roadway
network, transit services, and pedestrian and bicycle facilities. Chapter 3 presents the vehicle miles
travelled (VMT) analysis. Chapter 4 presents the intersection operations in the study area under the
background scenario conditions, including the approved projects in the City of San Bruno. Chapter 5
describes the methods used to estimate the project traffic on the roadway network and presents the
intersection operations under existing plus project and background plus project conditions. Chapter 6
includes a list of potential TDM measures as per C/CAG. Chapter 7 provides an evaluation of other
transportation-related issues, including potential project impacts on bicycle, pedestrian, and transit
facilities, as well as site access and on-site circulation.
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2.
Existing Conditions

This chapter describes the existing conditions for transportation facilities in the vicinity of the site,
including the roadway network, transit service, pedestrian, and bicycle facilities.

Existing Roadway Network

Regional access to the project site is provided via |1-280 and US 101.

I-280 is a north/south freeway that extends from San Francisco to downtown San Jose. In the
project vicinity, I-280 has eight mixed-flow lanes. Regional access to the project site is provided

via an exit at Sneath Lane and interchange at I1-380.

US 101 is a north/south freeway that extends from north of San Francisco to south of San Jose.
In the project vicinity, US 101 has eight mixed-flow lanes. US 101 provides access to the project

site via the interchanges at San Bruno Avenue and 1-380.

Local access to the site is provided via 1-380, EI Camino Real, Commodore Drive and Admiral Court.

These roadways are described below.

I-380 is a six lane east/west freeway that connects 1-280 and US-101 within San Bruno. El

Camino Real provides access to 1-380 via an interchange.

El Camino Real (SR 82) is a six-lane north-south arterial with a raised center median within the
project area. El Camino Real extends northward to San Francisco where it changes designation
to Mission Street and San Jose Avenue, and southward through San Jose. The posted speed
limit on El Camino Real is 35 mph. On-street parking is provided on both sides of the street in
most locations within the study area. There are sidewalks on the west side of the street in some

portions of the project vicinity. El Camino Real provides access to the project site via
Commodore Drive and Admiral Court.

Sneath Lane is an east/west arterial street that extends east from Huntington Avenue to

Monterey Drive. West of I-280, it is a two-lane street and has a posted speed limit of 30 mph.
East of I-280, it is a 4-lane street, and has a posted speed limit of 40 mph. Portions of the street
have a landscaped center median, and parking is not allowed on either side of the street in the

project vicinity. Continuous sidewalks are present on both sides of the street east of
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Rollingwood Drive. West of Rollingwood Drive up to Engvall Court, sidewalk is missing on the
south side of the street. West of Engvall Court, sidewalk is missing on the north side of the
street. Access to the project site is provided via Cherry Avenue/National Avenue, Commodore
Drive and Admiral Court.

National Avenue is a two-lane north/south street that extends from Sneath Lane in the north
and terminates south of Commodore Drive. National Avenue provides access to the project site
via Commodore Drive and Admiral Court. Continuous sidewalk is present on the west side of
the street and portions of the east side of the street. The posted speed limit is 25 mph.

1%t Street West / Admiral Court is a two-lane north/south street that extends from Commodore
Drive in the north and provides access to the project site. Continuous sidewalk is present on
both sides of the street except the west side of the project boundary. The posted speed limit is
25 mph.

Commodore Drive is a four to two-lane east/west street that extends from El Camino Real in
the east and terminates at Cherry Avenue. East of EI Camino Real, Commodore Drive
continues as Tanforan Way. East of Admiral Court, Commodore Drive has four lanes, whereas
west of Admiral Court it has two lanes. Commaodore Drive runs in a U shape and then connects
to Cherry Avenue. Continuous sidewalk is present on both sides of the street except along the
west side of the project boundary. The posted speed limit is 25 mph.

Existing Pedestrian and Bicycle Facilities

Pedestrian facilities consist of sidewalks, crosswalks, and pedestrian signals at signalized intersections.
In the vicinity of the project site, sidewalks exist along both sides of EI Camino Real, Admiral Court, and
Commodore Drive except on the west side of the project boundary. Marked crosswalks with pedestrian
signal heads and push buttons are provided on at least 2 approaches of the signalized intersections
along ElI Camino Real and Sneath Lane. Crosswalks are available at the nearby unsignalized
intersections along Commodore Drive. Overall, the network of sidewalks and crosswalks in the study
area provides pedestrians with safe routes to the surrounding neighborhoods. The pedestrian and
bicycle plan and goals adopted by the City Council in the Walk ‘n Bike Plan are discussed in Chapter 6.

In the vicinity of the project, there are existing bicycle facilities on Sneath Lane except between the |-
280 ramps and between National Avenue and Sea Biscuit Avenue. Although the Class Il bike lanes
along Sneath Lane are the only bicycle lanes that currently exist in San Bruno, the City plans to
improve the on-street bicycle network. In July of 2016, the City Council adopted the Walk ‘n Bike Plan
(see Figure 3). This Plan outlines specific improvements to ensure that walking and biking are safe,
comfortable, and convenient. The Plan calls for many support programs and initiatives to encourage
more walking and cycling throughout the city.

Existing Transit Service

Existing transit service to the study area is provided by the San Mateo County Transit District
(SamTrans), BART, and Caltrain (See Figure 4).

SamTrans Bus Service

Existing bus service to the study area is provided by SamTrans. The closest bus stop is at EI Camino
Real and Sneath Lane, which is 1,150 feet from the project site. There are five bus routes that serve
that stop, as described below in Table 4 and shown on Figure 4.
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Table 4
Existing Transit Service

Weekday Hours of

Bus Route’ Route Description Operation® Headway *

Operated by SamTrans

Local Route 141  Airport/Linden - Skyline College 6:15 AM - 8:00 PM 30 min
Route ECRO Daly City - SFO Airport 1:15 AM - 5:10 AM 60 min
Local Route 142  SFO - Shelter Creek 6:00 AM - 6:45 PM 60 min
Route ECR Daly City BART Station to Palo Alto Transit Center 4:00 AM - 2:00 AM 13 - 18 min
Route 398 Redwood City Transit Center - SF Transbay Terminal RO e 100 - 120 min

3:45 PM - 9:20 PM

Notes:

Source: SamTrans Service Schedule and Map, September 2022

1 Closest bus stop to bus routes 142, 398, ECR and ECRO is located at EI Camino Real and Sneath Lne (1,150 feet from the project
location) and all others are at Sneath Lane and National Avenue (1,650 feet from the project location).

z Approximate weekday operation hours and headways during peak periods in the project area, as of September 2022.

Caltrain Service

The San Bruno Caltrain Station is located just under 1 mile southeast of the project site. The station
can be accessed by SamTrans Bus route ECR. Caltrain provides frequent passenger train service
between San Jose and San Francisco seven days a week. During commute hours, Caltrain provides
extended service to Morgan Hill and Gilroy. Trains that stop at the San Bruno Station operate at
approximately 30-40 minute headways in both directions during the commute hours, with somewhat
less frequent service midday. Service operates between about 5:40 AM and 12:15 AM in the
northbound direction and between 5:15 AM and 12:30 AM in the southbound direction. Bicycles are
permitted on Caltrain. There are bicycle racks and bicycle lockers available at the San Bruno Station.

BART Service

Bay Area Rapid Transit (BART) operates regional rail service in the Bay Area, connecting between San
Francisco International Airport and the Millbrae Intermodal Station to the south, San Francisco to the
north, and cities in the East Bay. The nearest BART station is the San Bruno Station, located
approximately 1.5 miles from the project site on Huntington Avenue, east of the project. The BART
station can be accessed by SamTrans Route 140. BART trains operate with 15 to 30-minute headways
during peak hours.
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Existing Intersection Lane Configurations and Traffic Volumes

The existing lane configurations at the study intersections were determined by Google maps and
Google Earth and are shown on Figure 5. Current traffic conditions on the roadway network are atypical
due to the unprecedented conditions caused by the COVID-19 pandemic in San Mateo County. Traffic
counts conducted in September 2022 at El Camino Real and the 1-380 Ramps were approximately 22%
lower than the 2017 counts during the AM peak hour and 18% lower during the PM peak hour. Also,
2017 intersection counts conducted at EI Camino Real and the 1-380 Ramps were higher than the 2018
and January 2020 (pre-pandemic) counts. Therefore, Hexagon used the pre-pandemic traffic counts
from 2017 available at five of the study intersections from the Bayhill Specific Plan. The intersections at
El Camino Real and the 1-380 Ramps were counted in 2017. The 2022 counts for the intersections of
Admiral Court/Commodore Drive, Cherry Avenue/Commodore Avenue, and National Avenue/Sneath
Lane were factored up based on the 2017 counts at El Camino Real and the I-380 Ramps. Adjustment
factors of 1.28 and 1.23 were applied for the AM and PM peak hours, respectively. Intersection
volumes along El Camino Real were balanced based on cross streets and driveway locations. The
existing peak-hour intersection volumes are shown on Figure 6. Intersection turning movement counts
conducted for this analysis are presented in Appendix A. The volume summary sheets with the
increased existing counts are presented in Appendix B.

Existing Intersection Levels of Service

The results of the intersection level of service analysis show that all of the study intersections currently
operate at LOS D or better during the AM and PM peak hours of traffic (see Table 5). The intersection
level of service calculation sheets are provided in Appendix C.

Table 5
Existing Intersection Levels of Service

Existing Conditions

Traffic Peak  Avg. Delay

Intersection Control  Hour (sec.)t LOS
1 Admiral Court and Commodore Drive* gggggggzz TWSC ém 191"91 2
2 El Camino Real and Commodore Drive (CMP) g:g ggi; Signal Qm igg (B:
3 El Camino Real and 1-380 Westbnound Off Ramps (CMP)* ::g Sgg Signal Qm ;gg (B:
4 ElCamino Real and I-380 Eastbound Off Ramps (CMP) gzg 2o signal A o a
5 El Camino Real and Sneath Lane (CMP) ggg ggi; Signal ﬁm ggg g
6 El Camino Real and Bayhill Dirve (CMP) :zg ;gi; Signal ﬁm 15]:% g
7 Cherry Avenue and Commodore Drive gggggggi AWSC Qm lg ;14 2
8 National Avenue and Sneath Lane gggggsgz Signal Qm gig g

Notes:

AWSC = All-Way Stop Control; TWSC = Two-Way Stop Control
* The Highway Capacity Manual (HCM) 2010 does not support turning movements with shared and exclusive lanes or non-standard phasings.
Therefore, this intersection was analyzed using the HCM 2000.

** Traffic count adjusted based on factor derived between 2017 growth rate to 2022, and new 2022 counts at EI Camino Real and 1-380 Ramps
(#3 and #4).

! Average delay for an all-way stop controlled intersection is reported for the entire intersection. Average delay for a side-street stop controlled
intersection is reported for the worst stop-controlled approach.
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3.
Vehicle Miles Traveled (VMT) Analysis

Vehicle Miles Traveled (VMT) is the total miles traveled by motorized vehicles that a development is
expected to generate in a day. The Governor’s Office of Planning and Research (OPR) released a
Technical Advisory on Evaluating Transportation Impacts in CEQA in April, 2018 that contains OPR’s
technical recommendations regarding assessment of VMT, thresholds of significance, and mitigation
measures.

The City of San Bruno has not yet adopted any thresholds or guidelines related to VMT. Thus, the VMT
thresholds used for this project are based on the San Mateo County VMT guidelines, published
September 23, 2020. San Mateo County VMT Implementation Guidelines specify procedures for
determining project impacts on VMT based on the project description, characteristics, and location. The
VMT methodology also includes screening criteria that are used to identify types, characteristics, and
locations of projects that would not exceed the VMT thresholds of significance. Car dealerships are not
explicitly represented in the VMT guidelines. For the purpose of evaluating the VMT impact, an auto
dealership can be analyzed as a retail development.

Screening for VMT Analysis

The San Mateo County VMT Policy establishes screening criteria for developments that are expected
to cause a less-than-significant transportation impact under CEQA and are not required to prepare
further VMT analysis. The San Mateo County VMT Policy provides the following screening criteria to
exempt development projects from conducting a full VMT analysis:

Small developments — Projects that generate fewer than 110 trips per day

e Projects in Low-VMT Areas — Projects located in low-VMT areas that have similar features as
existing developments

e Projects in Proximity to Major Transit Stops — Projects that are located within a half mile of an
existing high-quality transit stop or rail station

e Affordable Housing — 100% affordable housing in infill locations

e Local and Regional Serving Retail — Retail projects of 50,000 s.f. or less

The OPR’s Technical Advisory provides guidelines for evaluating the VMT impacts of a retail project
based on whether it's local-serving or regional-serving retail (50,000 s.f. or less). By adding retalil
opportunities into the urban fabric and thereby improving retail destination proximity, local-serving retail
development tends to shorten trips and reduce VMT. Thus, lead agencies generally may presume such
development creates a less-than-significant transportation impact. Regional-serving retail development,
on the other hand, can lead to substitution of longer trips for shorter ones and may have a significant
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impact. A majority of the trips generated by the proposed dealership will be existing Genesis/Hyundai
owners bringing their vehicles for service. It is assumed that these service customers are currently
taking their vehicles to the closest existing Genesis/Hyundai dealership to their home or work for
service. Therefore, adding a Genesis/Hyundai dealership will shorten trips and reduce VMT for its
service customers that are currently driving to Fremont or San Jose. Adding a new Genesis/Hyundai
dealership within a metropolitan area does not cause more vehicles to require service or result in more
vehicles to be sold. This is the same assumption that is made with adding a new grocery store within a
metropolitan area. A new grocery store does not result in more apples being sold. It only reallocates
where the apples are purchased. Because most vehicle trips generated by the project are and would
continue to be from the vehicle owners bringing in their cars for service, the project would operate
similar to local-serving retail development.

The project proposes to build 171,610 s.f. of dealership building including showroom, auto parts sales,
administrative space, automobile service bays, and a 5-level parking garage. Of the 171,620 s.f. floor
area of the project building, only 43,254 s.f. floor area would be used for vehicle sales and service.
Therefore, the dealership building would be less than 50,000 square feet and would serve the local and
regional community. Therefore, the project meets the local and regional serving retail screening criteria
and would not result in a significant VMT impact.

Genesis & Hyundai Dealership

There is one Genesis & Hyundai showroom in San Jose and Hyundai showrooms in Fremont and San
Leandro in the region. Because there are no Genesis & Hyundai dealerships between San Francisco
and San Jose, vehicle owners or buyers in the project area need to travel to San Jose or Fremont,
which are approximately 36 and 33 miles, respectively, from the project site. Placing the proposed
Genesis & Hyundai dealership at the project site would shorten the car service trips for the existing and
future owners in the project area. Although the project could increase the VMT generated by employees
and vehicle delivery trucks, the reduction in the VMT generated by car service trips would be more than
enough to offset the increase in employee and vehicle delivery related VMT. Therefore, the proposed
Genesis & Hyundai dealership would result in an overall reduction in VMT.
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4.
Background Conditions

This chapter describes background traffic conditions without the project. Traffic volumes for background
conditions comprise volumes from existing traffic counts plus traffic generated by other approved
developments in the vicinity of the site. This chapter describes the procedure used to determine
background traffic volumes and the resulting traffic conditions.

Transportation Network under Background Conditions

It is assumed in this analysis that the transportation network under background conditions, including
roadways and intersection lane configurations, would be the same as that described under existing
conditions at all study intersections.

Background Traffic Volumes

Background traffic volumes were estimated by adding to the existing traffic volumes the traffic
estimated to be generated by the approved but not yet constructed projects in the Cities of San Bruno,
Millbrae, and South San Francisco. A list of approved projects was provided on the City of San Bruno,
Millbrae, and South San Francisco websites. Based on a review of traffic studies prepared for these
projects, the types and sizes of these developments, and their distance from the project site, the
following approved developments from San Bruno, Millbrae, and South San Francisco are expected to
add traffic to at least one of the study intersections during at least one of the peak hour periods.

1. 1400-1450 Bayhill Drive (San Bruno) - 287,000 square feet of office space

2. Bayhill Specific Plan EIR Phase 1 (San Bruno) — 440,000 square feet of office space.

3. Mills Park Mixed-Use Development (San Bruno) - 427 dwelling units, 7,947 sq. ft. of commercial
space, 669 parking spaces, and 65 units designated for very low-, low-, and moderate-income
households

4. 160 El Camino Real (San Bruno) - 28-room hotel

5. 271 ElI Camino Real (San Bruno) - 23 residential units including eight townhomes and 15
condominium units

6. Millbrae Station Area Specific Plan & TOD#1 and TOD#2 (Millbrae) — 1,653,340 square feet of
office space, 275,110 square feet of retail space, 1,750 residential dwelling units, and 370 hotel
rooms

7. 1100 El Camino Real (Millbrae) - 384 dwelling units, multi-family apartment building

8. 959 El Camino Real (Millbrae) - 278 multi-family dwelling units and 17, 210 square feet of
ground floor commercial space

9. 410 Noor Avenue (South San Francisco) — 338 residential units
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10. 180 El Camino Real (South San Francisco) - 285 residential apartments and approximately
222,500 square feet of retail and commercial space

The Tanforan project located at 1122, 1150 and 1178 ElI Camino Real submitted a project application to
the City on October 5, 2022 and is still in the review process. Therefore, this project is not included in
the background trips. Projects approved as ofl August, 2022, are included in the background trips. Trip
generation estimates for the approved projects were based on traffic impact studies conducted for each
of the projects, if available. The estimated trips from the approved projects were distributed and
assigned to the project study area roadways based on the trip distribution assumptions present in the
traffic studies, if available, or knowledge of the study area. The traffic study for 1400-1450 Bayhill Drive
was not available, therefore, the trips were estimated based on ITE trip rates and assigned based on
the trip distribution pattern developed for the Bayhill Specific Plan Phase 1. Appendix E includes the trip
generation for this project.

Trips generated by the approved projects were added to existing traffic volumes to estimate
background traffic volumes. The AM and PM peak-hour intersection traffic volumes under background
conditions are shown on Figure 7. The trips assigned to the study intersections are tabulated in
Appendix B.

Background Intersection Levels of Service

The results of the level of service analysis under background conditions show that all study
intersections would continue to operate at acceptable levels during both the AM and PM peak hours
(see Table 6). The level of service calculation sheets are included in Appendix C.

Table 6
Background Intersection Levels of Service

Existing Conditions Background Conditions

Study Traffic Peak Avg. Delay Avqg. Delay
Number Intersection Control Hour (sec.)t LOS (sec.)* LOS
. . AM 11.1 B 111 B
*
1 Admiral Court and Commodore Drive TWSC PM 99 A 99 A
. . . AM 20.2 C 26.3 C
2 El Camino Real and Commodore Drive (CMP) Signal PM 106 B 13.7 B
. . AM 13.8 B 17.5 B
- *
3 El Camino Real and 1-380 Westbnound Off Ramps (CMP) Signal PM 258 c 281 c
. . AM 55 A 14.8 B
4 El Camino Real and I-380 Eastbound Off Ramps (CMP) Signal PM 299 c 270 c
. . AM 30.8 C 385 D
5 El Camino Real and Sneath Lane (CMP) Signal PM 332 c 433 D
. e . AM 5.3 A 14.8 B
6 El Camino Real and Bayhill Dirve (CMP) Signal PM 113 B 185 B
. AM 104 B 12.4 B
7 Cherry Avenue and Commodore Drive AWSC PM 94 A 113 B
. . AM 21.6 © 21.6 C
8 National Avenue and Sneath Lane Signal PM 215 c 218 c
Notes:
AWSC = All-Way Stop Control; TWSC = Two-Way Stop Control
* The Highway Capacity Manual (HCM) 2010 does not support turning movements with shared and exclusive lanes or non-standard phasings. Therefore, this
intersection was analyzed using the HCM 2000.
1 Average delay for an all-way stop controlled intersection is reported for the entire intersection.
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5.
Project Conditions

This chapter describes traffic conditions with the project. It begins with a description of the
transportation system under existing plus project conditions and the method by which project traffic is
estimated. A summary of levels of service under existing plus project traffic conditions is presented in
this chapter. Existing plus project conditions are represented by existing traffic conditions with the
addition of traffic generated by the project. Existing plus project traffic conditions could potentially occur
if the project were to be occupied prior to the other approved projects in the area.

Transportation Network under Existing Plus Project Conditions

It is assumed in this analysis that the transportation network under existing plus project conditions
would be the same as the existing transportation network.

Project Trip Estimates

The magnitude of traffic produced by a new development and the locations where that traffic would
appear were estimated using a three-step process: (1) trip generation, (2) trip distribution, and (3) trip
assignment. In determining project trip generation, the magnitude of traffic traveling to and from the
proposed satellite parking facility was estimated for the AM and PM peak hours. As part of the project
trip distribution, the directions to and from which the project trips would travel were estimated. In the
project trip assignment, the project trips were assigned to specific streets and intersections. These
procedures are described below.

Trip Generation

Through empirical research, data have been collected that quantify the amount of traffic expected to be
produced by many types of land uses. The research is published by the Institute of Transportation
Engineers (ITE) in Trip Generation, 11th Edition (2021). Trip generation estimates were prepared for
the proposed auto dealership based on published trip rates presented in the Institute of Transportation
Engineers’ (ITE), Trip Generation Manual, 11" Edition, for Auto Dealership (Land Use Code 840).
Average rates were used to determine the magnitude of trips that would be generated by the project
based on Showroom, Office and Service area square footages. The other areas of the dealership would
be used as vehicle storage for vehicle inventory, which is typically outdoors at most dealerships.
Therefore, the floor area is not included in the trip generation estimation. Since the site is currently
vacant, no trip credit was applied to the trip generation.

Page | 23

— Hexagon



1010 Admiral Court — Transportation Analysis January 23, 2023

The project would generate 1,204 daily trips, including 80 AM peak hour trips (58 inbound and 22
outbound) and 105 PM peak hour trips (42 inbound and 63 outbound). The trip generation estimates for
the project are presented in Table 7.

Table 7
Project Trip Generation Estimates

AM PM

Daily Peak Hour Peak Hour
Land Use Land Use Code Size Trips Rate In Out Total Rate In Out Total

Proposed
Auto Dealership 840 43.254 ksf 27.84 1,204 1.86 58 22 80 242 42 63 105

ksf = 1,000 square feet

! Average rates used for Daily Weekday, AM peak hour, and PM peak hour based on ITE Trip Generation, 11™ Edition land use Automobile Sales (New).
The project size includes showroom area, office area and service area.

Trip Distribution and Assignment

The trip distribution pattern for the proposed project was developed based on existing travel patterns
and knowledge of the study area. Based on the nature of the land use, the project would attract trips
from other cities in the Bay Area. The nearest Genesis & Hyundai dealerships are located in San Jose
or Fremont, which are approximately 36 and 33 miles away, respectively. The trip distribution pattern is
shown on Figure 8. The peak hour vehicle trips generated by the project were assigned to the roadway
network in accordance with the trip distribution pattern (see Figure 9).

Project Traffic Volumes

Project trips, as represented in the above project trip assignment, were added to the existing and
background traffic volumes to obtain existing plus and background plus project traffic volumes. Figures
10 and 11 shows the intersection turning-movement volumes under existing plus project and
background plus project conditions, respectively.
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Project Conditions Intersection Levels of Service

The results of the intersection LOS analysis under existing plus project and background plus project
conditions show that all study intersections would operate at an acceptable level during both the AM
and PM peak hours of traffic when measured against the applicable municipal and CMP level of service
standards (see Table 8).

The volume summary table is included in Appendix B. LOS calculation sheets of each study
intersection are included in Appendix C.
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Table 8
Project Levels of Service

Existing Background
No Project with Project No Project with Project
Traffic  Avg. Delay Avg. Delay Avg. Delay Avg. Delay
Intersection Control LOS (sec.)* LOS LOS (sec.)* LOS
. - AM 9/22/2022** 111 B 11.7 B 111 B 11.7 B
1 Admiral Court and Commodore Drive PM 0/22/2022%* TWSC 9.9 A 104 B 9.9 A 104 B
. . AM Sep 2017 . 20.2 C 21.4 (63 26.3 C 27.4 C
2 El Camino Real and Commodore Drive (CMP) PM Sep 2017 Signal 10.6 B 117 B 13.7 B 151 B
. . AM Sep 2017 ) 13.8 B 141 B 17.5 B 17.7 B
3 El Camino Real and 1-380 Westbnound Off Ramps (CMP) PM Sep 2017 Signal 25.8 c 26.6 c 281 c 291 c
. AM Sep 2017 . 5.5 A 5.8 A 14.8 B 15.1 B
4 El Camino Real and 1-380 Eastbound Off Ramps (CMP) PM Sep 2017 Signal 229 c 246 c 270 c 29.6 c
. AM Sep 2017 . 30.8 C 30.8 C 38.5 D 38.6 D
5 El Camino Real and Sneath Lane (CMP) PM Sep 2017 Signal 332 c 334 c 433 D 433 D
. S AM Sep 2017 . 5.3 A 5.3 A 14.8 B 14.7 B
6 El Camino Real and Bayhill Dirve (CMP) PM Sep 2017 Signal 113 B 113 B 185 B 185 B
. AM 9/22/2022** 10.4 B 10.4 B 12.4 B 12.4 B
7 Cherry Avenue and Commodore Drive PM 012212022+ AWSC 94 A 95 A 113 B 113 B
. AM 9/22/2022** . 21.6 C 21.7 C 21.6 C 21.7 C
8 National Avenue and Sneath Lane PM  9/22/2022% Signal 215 c 216 c 218 c 218 c
Note:
AWSC = All-Way Stop Control; TWSC = Two-Way Stop Control
* The Highway Capacity Manual (HCM) 2010 does not support turning movements with shared and exclusive lanes or non-standard phasings. Therefore, this intersection was analyzed using the HCM 2000.
** Traffic count adjusted based on factor derived between 2017 growth rate to 2022, and new 2022 counts at El Camino Real and I-380 Ramps (#3 and #4).
! Average delay for an all-way stop controlled intersection is reported for the entire intersection. Average delay for a side-street stop controlled intersection is reported for the worst stop-controlled approach.
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6.
Travel Demand Management Plan

Transportation Demand Management (TDM) is a combination of services, incentives, facilities, and
actions that reduce single-occupant vehicle (SOV) trips to help relieve traffic congestion, parking
demand, and air pollution problems. This chapter describes the recommended TDM Plan for the
project.

CMP Compliance

The City/County Association of Governments of San Mateo County (C/CAG) is the designated
Congestion Management Agency (CMA) for San Mateo County and prepares a Congestion
Management Program (CMP) on a biennial basis. The express goal of the CMP is to manage traffic
congestion on the designated CMP Network within San Mateo County, which is a system of State
highways and principal arterials that course through the County, including incorporated and
unincorporated jurisdictions. C/CAG requires that all new non-residential developments that would
generate over 100 average daily trips limit their impact on regional roadway facilities. To accomplish
this, C/CAG provides a list of potential TDM measures those developments may use to reduce their trip
generation. The percent trip reduction for each TDM measure is quantified by C/CAG depending on a
project’s location relative to a high-quality transit station.

C/CAG categorizes new developments as small projects and large projects. Non-residential retail and
restaurant projects that generate more than 500 average daily trips (ADT) are considered to be large
projects. The recommended vehicle trip reduction target for the proposed project is 25% below the
estimated project ADT.

To accomplish the reduction goal, C/CAG provides a list of potential TDM measures, some of which are
required and some of which are optional. Each measure has an associated point value and reduction
percentage. Based on the C/CAG TDM policy, projects located within 0.5 miles of a transit corridor with
high-quality transit service shall be subject to a 25% trip reduction goal. A high-quality transit corridor
means a corridor with fixed route bus service with intervals no longer than 15 minutes during peak
commute hours. Route ECR provides service between 4:00 AM and 2:00 AM, with 15-minute
headways during both commute hours. The proposed project is located within 1,125 feet (0.2 miles) of
the Route ECR bus stop, which qualifies El Camino Real as a high-quality transit corridor. Therefore,
the project must first fulfill all required measures for individual land uses prior to selecting a sufficient
number of additional recommended measures to achieve a minimum 25 percent trip reduction. Note
that because of the nature of the development, the TDM program would be targeted to employees of
the dealership.
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C/CAG requires the following for large projects (see Table 9):

» Complete a travel survey of employees/occupants biennially for the first six (6) years after
occupancy and then triennially for the life of the project.

* Though project site traffic counts conducted by project tenants are optional, C/CAG would
prefer to have counts for transportation performance measurement purposes.

Table 9
Estimated C/CAG Trip Credits for Large TOD Retail

Estimated Trip

Point Reduction
WEES(E Value Percentage

Required TDM Measures (Transit Oriented Development)

Parking Management for
Ridesharing

Free/Preferential Parking for Carpools 1 1.0%

TDM Coordinator/Contact Person 1 0.5%

TDM Management and

X Actively Participate in Commute.org, or
Admin y P g

Transportation Management Association (TMA) 8 6.5%
Equivalent *
Carpool or Vanpool Program 3 2.0%
Shuttles, _Transn, and Transit or Ridesharing Passes/Subsidies? 8 10.0%
Ridesharing
Pre-tax Transportation Benefits 3 1.0%
Active Transportation Secure Bicycle Storage 1 1.0%
Design Streets to Encourage Bike/Pedestrian 1 1.0%
Access
Site Design Initiatives
Pedestrian Oriented Uses & Amenities on Ground
4 3.0%
Floor
TDM Measures Total (Transit Oriented Development) 30 26%

Notes:

! Actively Participate in Commute.org or TMA includes certified participation in Commute.org, or equivalent,
commute assistance and ride-matching, guaranteed ride home, and orientation, education, promotional
programs, and/or materials.

2 Public transit passes or subsidies; or carpool/vanpool subsidies to employees equivalent to 30% of the value
of their monthly fare or $50 monthly.

TDM Measures

The following TDM measures would apply to employees and not to the customers.

Free or preferential parking for carpoolers/vanpoolers —Allowing carpool and vanpool participants
and drivers of low-emission (electric) vehicles to park near building entrances or on the first floor of a
parking garage is a common TDM measure. Preferential parking spaces in “prime” locations provide a
prominent visual message to employees that alternative transportation and efforts to reduce trips and
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greenhouse gas emissions are valued. Employee parking would be provided in the basement levels 1
and 2. Therefore, the project could designate preferential parking spaces for the employees near the
elevator/stairs.

TDM Coordinator/Contact Person — Provide a TDM coordinator or contact person. This individual
may either be an employee of the development project or may be a contracted through a third-party
provider. The project should appoint a TDM coordinator who would be the primary contact with the City
and would be responsible for implementing and managing the TDM plan. The TDM coordinator would
be a point of contact for employees if TDM-related questions arise and would be responsible for
ensuring that employees are aware of all transportation options and how to fully utilize the TDM
programs. The TDM coordinator should provide the following services and functions to ensure the TDM
plan runs smoothly:

Provide information about transit passes

Provide transportation information brochures to new employees

Audit and review building transportation needs

Manage travel surveys to track trends and develop new commute programs

Actively participate in Commute.org, or Transportation Management Association equivalent —
The project should consider joining Commute.org or a Transportation Management Association (TMA)
with equivalent TDM service, whose role is to coordinate transportation-related programs and services
in this geographic area.

Carpool or vanpool program — The TDM coordinator should provide employees with information on
511.org’s carpool/vanpool subsidy program. The 511.org’s Carpool/Vanpool Program offers a number
of incentive programs to encourage people to try carpooling and vanpooling. Most of these programs
are designed to reward someone for forming or trying a carpool or vanpool and provide an award or
subsidy after the first three to six months of use.

Transit or ridesharing passes/subsidies — Subsidized transit passes are an effective means of
encouraging employees to use transit rather than drive to work. Transit passes allow employees to
save money and avoid the stress of driving during the commute periods.

The project should provide free transit passes for employees. There are a number of ways to structure
a financial incentive for transit. Employers can cover the total monthly cost of transit for those
employees who take transit through a pre-tax benefit, or purchase transit or carpool/vanpool subsidies
to tenants’ equivalent to 30% of the value of their monthly fare or $50 monthly, to incentivize transit use
and ridesharing.

Pre-tax transportation benefits for employees — The project should allow employees to participate in
a pre-tax transit and parking benefits program to save money and encourage the use of sustainable
transportation modes.

Secure bicycle storage (long term and short term) — Secured bicycle parking encourages
employees to ride bike to workplace. By providing bicycle parking, employees are more likely to ride
their bikes instead of driving. The project is required to provide 14 short term bicycle parking spaces
and 4 long term bicycle parking spaces.

Design streets / roads that encourage pedestrian and bicycle access — The project would connect
to existing improvements that provide travel choices and give people the option to avoid traffic
congestion, increasing the overall capacity of the transportation network. Street designs should enable
safe access for all users of all ages and abilities. Improving pedestrian and cyclist safety and comfort
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can increase the use of active transportation for residents or employees of a project site. The project
will provide a connection from the existing sidewalk on Commodore Drive to the building.

Pedestrian-oriented uses on ground floor — The project would include active, pedestrian-oriented
showroom space on the ground floor to create more walkable and inviting areas.
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1.
Other Transportation Issues

This chapter presents other transportation issues associated with the project. These include an analysis
of:

Vehicle Queuing

Signal Warrant Analysis

Potential impacts to transit, bicycle and pedestrian facilities

Site access and circulation

Unlike the level of service impact methodology, which is adopted by the City Council, the analyses in
this chapter are based on professional judgement in accordance with the standards and methods
employed by the traffic engineering community.

Intersection Queueing Analysis

The analysis of intersection levels of service was supplemented with a vehicle queuing analysis for
intersection left-turning movements where the proposed project would add significant trips per lane in
the vicinity of the Project Site and affect intersection operations. This analysis provides a basis for
estimating future storage requirements at these intersections (see Table 10). Vehicle queues were
estimated using the methodology described in Chapter 1. The following turn movements were selected
for evaluation:

o Westbound left-turn on Commodore Drive at Admiral Court (AM and PM)
¢ Northbound left-turn on El Camino Real at Commodore Drive (AM and PM)

As shown in Table 10, the estimated 95th percentile queue would not exceed the available storage
capacity at the study intersections.

Synchro queuing analysis outputs are included in Appendix C.
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Table 10
Queuing Analysis for Unsignalized Intersection

#1 Admiral Court #2 El Camino Real

and Commodore and Commodore
Drive Drive®

WBL WBL NBL NBL
Measurement AM PM AM PM
Existing
Cycle Length' (sec) 7.7 9.4 120 150
Volume (vphpl) 46 123 101 233
95th %. Queue (veh)? 1 1 3 6
95th %. Queue (ft.) 25 25 75 150
Storage (ft./ In.) 100 100 185 185
Adequate (Y/N) Y Y Y Y
Background
Cycle Length' (sec) 7.7 9.4 120 150
Volume (vphpl ) 46 123 101 233
95th %. Queue (veh)? 1 1 3 6
95th %. Queue (ft.) 25 25 75 150
Storage (ft./ In.) 100 100 185 185
Adequate (Y/N) Y Y Y Y
Existing + Project
Cycle Length' (sec) 8.3 10.4 120 150
Volume (vphpl) 92 157 141 263
95th %. Queue (veh)? 1 2 3 6
95th %. Queue (ft.) 25 50 75 150
Storage (ft./ In.) 100 100 185 185
Adequate (Y/N) Y Y Y Y
Background + Project
Cycle Length' (sec) 8.3 10.4 120 150
Volume (vphpl) 92 157 141 263
95th %. Queue (veh)? 1 2 3 6
95th %. Queue (ft.) 25 50 75 150
Storage (ft./ In.) 100 100 185 185
Adequate (Y/N) Y Y Y Y

! Vehicle queue calculations based on movement delay for unsignalized
intersections.

2 Assumes 25 feet per vehicle queued.

® Vehicle queue based on Synchro queuing analysis outputs.

— Hexagon
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Pedestrian, Bicycle, and Transit Analysis

All new development projects in San Bruno should enhance opportunities for all modes of
transportation, consistent with the goals of the City’s General Plan and the Walk ‘n Bike Plan. It is the
goal of the General Plan and the Walk ‘n Bike Plan that all development projects accommodate and
encourage the use of non-automobile transportation modes within the area. The Walk ‘n Bike Plan
establishes strategies to foster more multi-modal opportunities, promote active living, and connect to
the other modes of transportation within the network. In order to further the goals of the City, pedestrian
and bicycle facilities should be encouraged with new development projects.

Pedestrian Facilities

As mentioned earlier in this report, in July of 2016 City Council adopted the Walk ‘n Bike Plan. The Plan
recommends specific improvements to ensure that walking is safe, comfortable, and convenient. Over
the next few years, the City aims to:

Enhance crosswalks with improvements such as high-visibility striping and extended curbs
Add safety signs and markings to roadways

Fill in key sidewalk gaps

Beautify streetscapes, or areas where people often walk; and

Better connect the BART and Caltrain stations to popular destinations like downtown, Bayhill
Shopping Center and Office Park, and the Shops at Tanforan

The Walk ‘n Bike plan would improve the pedestrian facilities in the project area with the intent to make
walking safer in a more pedestrian friendly environment. Specifically, the plan calls for a future
improvement on El Camino Real for a crosswalk at the | 380 on-ramp (not required by the project). No
other improvements are specifically recommended in the plan in the vicinity of the project site.

Bicycle Facilities

There is a bike lane along Sneath Lane, except between the 1-280 ramps, in the immediate vicinity of
the project site (see Chapter 2 for details). However, there are several potential future additional bicycle
facilities in the study area. The City’s Walk ‘n Bike Plan outlines the following potential bicycle
improvement strategies near the project site, although none are planned or funded projects:

o Class Il bike lane on Sneath Avenue between the 1-280 ramps and between National Avenue
and Sea Biscuit Avenue

e Enhanced Class Il bike route on Cherry Avenue between Sneath Lane and San Bruno Avenue

o Class Il bike route on Commodore Drive between Cherry Avenue and El Camino Real

The project would not remove any bicycle facilities, nor would it conflict with any adopted plans or
policies for new bicycle facilities. Thus, no project sponsored improvements would be necessary.

Transit Services

The project area is served by SamTrans, BART, and Caltrain (see Chapter 2 for details). The nearest
bus stop is located at El Camino Real and Sneath Lane. With the proximity to transit services, it could
be expected that a portion of employees and customers would use transit. Assuming up to 10% of the
project trips are transit trips, the project would generate 8 transit trips during the AM peak and 11 transit
trips during the PM peak hour. There are 24 scheduled buses that serve the bus stop near the site
during peak hours respectively. It is assumed that the buses would have sufficient capacity to
accommodate this relatively minor increase in ridership.
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Given that the project would not remove any transit facilities, nor would it conflict with any adopted
plans or policies for new transit facilities or services, the proposed project is not expected to have an
adverse impact on transit services in the immediate vicinity of the project site. Thus, no project
sponsored improvements would be necessary.

Signal Warrant Analysis

A peak hour signal warrant analysis (MUTCD 2010 Edition, Part 4, Warrant 3) was performed for the
unsignalized study intersections to determine whether the project would produce an impact according
to the City of San Bruno potentially adverse effect criteria. The peak-hour signal warrant was checked
for existing, background and project conditions. Based on their peak-hour traffic volumes, the study
intersections would not warrant signalization under any traffic scenario without and with the project.
Signal warrant worksheets and threshold tables are included in Appendix D.

Site Access and On-Site Circulation

The site access and on-site circulation evaluation is based on the site plan prepared by Goree Interiors
| Architects dated 5 May 2022 (see Figure 2). On-site vehicular site access and circulation was
reviewed in accordance with generally accepted traffic engineering standards and transportation
planning principles.

Site Access and Circulation

Vehicle access to the project site would be provided via the existing driveways located on Admiral
Court (Driveway #1) and Commodore Drive South (Driveway #3). The project would add another
driveway along Commodore Drive West (Driveway #2).

Driveway #1 forms the south leg of the intersection at Admiral Court and Commodore Drive West. This
driveway would provide full project access to and from Admiral Court. The dealership customer parking
would be provided in front of the building connecting to driveways 1 and 2. Driveways 1 and 2 would
serve as the primary access for the dealership customers. Additional customer parking spaces would
be provided in basement level 2 and upper level 3 — the roof deck. Access to these customer spaces
would be provided via a ramp from driveway 3 (see Figure 12). The service customers would drop-off
and pick-up their vehicles at the service shop by entering the service drive from driveway 1 or 2. The
service customers would exit the service shop through the vehicular access provided to driveway 3
(see Figure 13). The employee parking would be provided in basement levels 1 and 2. Employees
would enter and exit the vehicular access provided to the ramp from driveway 3 (see Figure 14).

Under project conditions, it is anticipated that driveways would serve 80 AM peak hour trips (58
inbound/22 outbound) and 105 PM peak hour (42 inbound/63 outbound). Given the location of the
Admiral Court driveway, the inbound and outbound vehicles would drive straight in or out and would not
create any queuing issues. Due to the low volume on Admiral Court during the AM and PM peak hours
(maximum of 184 vehicles), the vehicles entering the project site are not expected to block through
traffic.

The project proposes to widen the existing driveway on Admiral Court to 34 feet. The width of driveway
2 would be 26 feet, and driveway 3 would be 24 feet. The width of all the three driveways would provide
adequate room for vehicles to enter and exit the project site. The project driveways should be free and
clear of any obstructions to optimize sight distance, thereby ensuring that exiting vehicles can see
pedestrians on the sidewalk and other vehicles traveling on adjacent roadways. Any landscaping and
signage should be located in such a way as to ensure an unobstructed view for drivers entering and
exiting the site. Adequate corner sight distance (sight distance triangles) should be provided at all site
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access points in accordance with the City’s standards. Sight distance triangles should be measured
approximately 15 feet back from the traveled way. Sight distance requirements vary depending on the
roadway speeds. The speed limit near the project vicinity is 25 mph. The Caltrans recommended
stopping sight distance is 200 feet. The site plan does not show any landscaping features that would
interfere with the sight distance between project driveways 1 and 2. In order to ensure the safety of all
employees and customers, no objects should be placed within the sight distance triangle that would
obstruct the vision of exiting drivers.

The project would provide 90-degree parking stalls in the parking garage. The site plan shows the drive
aisle width to be 24 feet wide, which would provide sufficient room for vehicles to back out of the
parking stalls. The parking stall dimensions would be 8.5 feet wide by 18 feet long. The parking lots
show dead ends, but adequate space would be provided to allow vehicles to turn around, if necessary.
The tandem stalls and mechanical stackers proposed in the garage would be for inventory storage.
Based on the dimensions on the site plan, the garage ramp slope was estimated to be a maximum of
8.5 percent. Though there are no city standards for ramp slope, the proposed ramp slopes would be
adequate. The circulation within the proposed dealership parking area is logical.

Delivery Truck and Garbage Collection

A trash enclosure structure would be located along the south side of the building, and accessible from
the southern Commodore Drive driveway connection. Delivery vehicles for auto parts, servicing and
administrative supplies would utilize the south Commodore Drive driveway entry, and unload within the
building. The project site plan was reviewed for truck access using truck turning movement templates
for a SU-30 (single-unit) truck type, which represents small- to medium-sized emergency vehicles,
garbage trucks, delivery trucks and moving trucks (see Figures 15 and 16). Based on the site plan
configuration, SU-30 trucks would have adequate space to maneuver in and out of the loading area.

Emergency Vehicle Access

Since on-street parking is prohibited along Admiral Court and Commodore Drive, emergency vehicle
access (EVA) to the site would be provided via all the three driveways into the site.

Loading Space

As per the San Bruno City zoning ordinance (12.100.090), all new commercial developments with
10,000 s.f. to 49,999 s.f. of total gross floor area are required to provide one loading space. Loading
spaces must have a width of no less than 12 feet and length of 25 feet and 14 feet vertical clearance.
As described above, normal delivery vehicles would park and unload within the building. Automobile
inventory would be delivered by use of vehicle truck trailers, which would unload vehicles on the south
side of Commodore Drive, approximately two blocks west of the project site; this area would be labeled
for loading. Off-loading of vehicles is requested to be permitted Monday — Saturday between 7:00AM
and 7:00PM. Off-loaded automobiles would be driven by dealership staff to the project site, for storage
inside the facility building. Hexagon reviewed the truck turning templates prepared by Commercial
Development Resources dated November 29, 2022. The trucks would drop off the vehicles at the
loading zone on the south side of Commodore Drive and loop around to exit via the north side of
Commodore Drive. Although trucks would require the use of all two northbound lanes on Cherry
Avenue and eastbound lanes on Sneath Lane while entering and exiting the site, this situation is
common for large trucks.
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Parking

The proposed project would be required provide parking spaces for employees based on office area
and customers based on service and showroom area. The San Bruno City zoning ordinance
(12.100.030) requires parking to be provided at the rate of one parking space per 600 square feet of
show room related floor area, 1 space per 500 square feet of service floor area and one space per 300
square feet of office floor area. The project proposes 16,376 s.f. of show room area, 24,133 s.f. of
service area and 2,745 s.f. of office area. Therefore, the project is required to provide a total of 85
parking spaces, not counting vehicle inventory. As per the site plan, the project proposes to include 85
parking spaces for employees and customers in multi levels, which meets the City’s requirement. The
remaining parking spaces would be utilized for inventory parking.

Per the California Building Code (CBC) requirements, projects that include 76 to 100 parking spaces
should provide at least 4 accessible parking spaces, including one van accessible space. Therefore,
the proposed project is required to provide 4 accessible parking spaces including 1 van accessible
space. As shown on the site plan, the project is planning to provide four accessible parking spaces,
including three van accessible spaces, which meets the California Building Code requirements. As per
the CALGREEN Clean Air Vehicle parking requirements (Table 5.106.5.2), parking facilities containing
76 to 100 spaces should provide at least 12 parking spaces for Clean Air Vehicles (CAV). Therefore,
the project should provide 12 CAV spaces. As per the CALGREEN Electric Vehicle (EV) parking
standards (Table 5.106.5.3.3), parking facilities containing 76 to 100 spaces should provide at least five
spaces for Electric Vehicles (EV). Therefore, the project should provide five EV spaces. Based on the
project site plan, the project includes 12 EV parking spaces and eight CAV parking spaces, including
three ADA CAV Van accessible spaces, which exceeds the requirements. The EV requirement for ADA
is provided as per CBC TABLE 11B-228.3.2.1.

Bicycle Parking

The project falls under the category of retail sales and service for vehicle sales. Based on the Zoning
Ordinance (Table 12.100-3) bicycle parking requirements, the project should provide one short-term
space per 5,000 square feet and one long-term space per 12,000 square feet of vehicle sales and
service floor area and one short-term space per 20,000 square feet and one long-term space per
10,000 square feet of office use. Therefore, the project is required to provide 14 short term bicycle
parking spaces and 4 long term bicycle parking spaces. The site plan does not show bicycle parking.
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Traffic Counts































































Appendix B
Volume Summary



























Appendix C
Level of Service Calculations



































































































































































































































































































































































































Appendix D
Signal Warrant Analysis



























Appendix E
Trip Generation for Approved Projects
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